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INTRODUCTION 
 
This study investigates the theory and practice of citizen involvement in traffic calming, a 
topic that has received only minor attention in past research.  To explore this topic, 35 local 
governments that have adopted formal traffic calming programs that include specific 
opportunities for citizen involvement were asked to participate in a survey on the roles and 
impacts of citizen involvement and to collect data on numbers of traffic calming measures 
installed and substantially redesigned or removed.  The 22 local governments that ended up 
participating in the survey represent a diverse sample of cities and counties in terms of their 
geographic location and population, and this study produces a number of findings of interest to 
the fields of citizen involvement and transportation planning.  While there exist many local 
governments without formal traffic calming programs that have installed traffic calming 
measures, this study indicates that local governments with formal programs have been very 
successful at generating citizen support and acceptance of traffic calming projects.   
An important function of citizen involvement in planning and design is education, both of 
citizens and planning staff, a topic that this study has explored in some detail.  In general, the 
goal of education programs and collaborative planning processes is to improve information about 
the problem to be addressed, build consensus on appropriate solutions, increase citizen 
satisfaction with the selected solutions, and perhaps, as this study proposes, to realize non-
engineered solutions to problems, such as behavior modification.  Education is also a 
fundamental component of transportation planning and it is often referred to by planners and 
engineers as one of the “three E’s” or perhaps “five E’s” of transportation planning: Engineering, 
Education, Enforcement, and perhaps Encouragement and Evaluation (Gonzalez 1993, Atkins 
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and Wilson 1998, Ewing 1999).  This study documents the important role education plays in the 
22 programs surveyed.   
Citizen involvement in the planning of transportation infrastructure has been one of the 
least understood and most controversial of planning topics.  The first large scale attempts by 
transportation agencies to involve citizens in transportation planning were in response to citizen 
frustration over urban freeway projects in the 1950’s and 1960’s (Weiner, 1997, Chp. 6).  From 
the citizens’ perspective, freeway projects had an immense impact on urban neighborhoods and 
environmental quality, and residents wanted to protect and preserve their neighborhoods and 
communities.  Citizens were not only frustrated with the impacts on their neighborhood, they 
were also frustrated with the planning process, which many felt did not take their interests into 
account and  “changes were being made to their communities without their views being 
considered” (Weiner, 1997, Chp. 6). 
As a result of citizen action and more inclusive planning processes, the construction of 
urban freeways decreased, but the continued expansion of roadways, i.e. the ubiquitous road 
widening project, and increasing levels of vehicle miles traveled (VMT) continue to negatively 
affect neighborhood livability.  Today, transportation planners still struggle with balancing the 
needs of neighborhoods with city, county, and regional transportation priorities.  Traffic calming 
has been one approach used by transportation planners to better address the needs of 
neighborhoods and to mitigate the negative impacts imposed on both urban and suburban 
neighborhoods by automobile travel.  One area in particular where traffic calming projects may 
benefit neighborhoods is by increasing the safety and attractiveness of walking and bicycling, by 
slowing automobile traffic and providing dedicated spaces for pedestrians and bicyclists.    
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Past research on traffic calming has focused on the design, use, and effectiveness of 
specific measures (e.g. speed bumps, raised pedestrian crosswalks), how traffic calming is 
typically carried out in the United States, and local government best practices of traffic calming 
(Smith 1980, Weinstein and Deakin 1998, Ewing 1999).  What these studies have not 
documented is the full range of objectives that local governments have for their traffic calming 
programs, nor have the studies focused on the role of citizens, or the importance of education 
and behavior change to achieving traffic calming objectives.  Yet, the majority of local 
governments’ traffic calming program materials make it clear that they believe increased citizen 
involvement strengthens the planning process and outcomes, a belief that researchers have not 
attempted to empirically test.   
This study has addressed these research needs by gathering data from 22 local 
governments with traffic calming programs that have specific provisions for citizen involvement.  
The survey included questions about program objectives, the role and impacts of citizens, and the 
number of traffic calming measures installed and removed since the program was adopted.   
This study contributes to the current literature on traffic calming in the following ways:  
o By documenting the perceptions of traffic calming program staff about the 
importance and impact of citizen involvement to their traffic calming programs; 
o By documenting how provisions for citizen involvement are related to program 
objectives, such as education and behavior change; 
o By documenting the success rates of traffic calming programs that have well-
defined opportunities for citizen involvement; 
This study addresses the success of individual traffic calming projects in several ways.   
The survey results indicate that an important criterion is whether the measure is accepted by 
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neighborhood residents, meaning that the measure does not have to be substantially redesigned 
or removed, and that it meets its objectives, for example, to reduce vehicle speeds and/or traffic 
volume.  This study did not attempt to document the success of individual measures to reduce 
speed or volume, a question that previous research has addressed; rather, information was 
collected on the number of traffic calming measures installed and substantially redesigned or 
removed since the adoption of the traffic calming programs.  I used two measures of program 
success: 1) frequency (percentage) of traffic calming measures that do not have to be 
substantially redesigned or removed, and 2) the absolute number of traffic calming measures that 
are installed and do not have to be substantially redesigned or removed.  These measures of 
success are useful for comparison to other local governments’ traffic calming programs, and, 
especially to local governments that implement traffic claming projects but have not adopted a 
formal traffic-calming program with specific opportunities for citizen involvement.      
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BACKGROUND 
 
Theories and research on the practice and benefits of citizen involvement in planning 
 
Citizen protests of urban renewal and urban freeway projects in the 1960’s prompted new 
research on the role of citizens in planning.  Perhaps the best known author on the topic of 
citizen participation is Sherry Arnstein.  Arnstein’s 1969 article “A Ladder of Citizen 
Participation” used the memorable analogy between the level of citizen involvement and the 
rungs of a ladder: low level and non-meaningful citizen involvement was at the bottom of the 
ladder, while high level and meaningful citizen involvement was located at the top rungs of the 
ladder.  Arnstein was critical of how the government had carried out citizen involvement 
programs during the 1960’s, and her article was popular because it provided a framework for 
distinguishing between meaningful and non-meaningful citizen involvement processes.    
Arnstein referred to the lowest rungs of the ladder as a “window-dressing ritual” and 
stated, “what citizens achieve in all this activity is that they have ‘participated in participation’ 
and what powerholders achieve is the evidence that they have gone through the required motions 
of involving ‘those people’” (Arnstein, 1969, p. 219).  Conversely, Arnstein stated that the most 
effective forms of participation are those that provide citizens and community groups power 
through the right to negotiate with powerholders (partnership), to gain seats on boards and 
committees where citizens have the majority of seats and specific powers, i.e. the right to veto a 
decision made by higher-ups (delegated power), and to participate in a policy environment that 
encourages and supports citizens right to “govern a program or an institution, be in full charge of 
policy and managerial aspects, and be able to negotiate the conditions under which ‘outsiders’ 
may change them (citizen control)” (Arnstein, 1969, p. 223).   
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Figure 1: Eight Levels of Participation (from Arnstein 1969) 
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Traffic calming programs may be one of the best examples of meaningful citizen 
involvement in transportation planning.  Looking at the sample traffic calming process flow chart 
(Appendix 4: Neighborhood Traffic Calming Process Flow), which is representative of the 
process used by many of the programs surveyed, we see that citizens have significant 
responsibilities at various stages of the planning process: including problem identification, the 
development of appropriate solutions, and the evaluation of installed traffic calming measures.  
Step 6, assess community support for the traffic calming measure, for many of the programs 
surveyed, is accomplished through a petition or vote of citizens that live adjacent to or along the 
street where the traffic calming measures is to be installed.  Another example of high level 
citizen involvement are the “citizen committees,” “traffic committees,” “traffic action 
committees,” “working groups,” and “neighborhood steering committees” that a number of staff 
mentioned, where citizens meet to discuss traffic problems, develop plans, and, typically, put the 
vote to neighborhood residents to select a solution to the traffic problem.  These characteristics 
of the programs surveyed, in addition to staffs’ responses to the survey questions, most resemble 
the “partnership,” “delegated power,” and “citizen control” models described by Arnstein.   
The field of community design provides a rich perspective on the benefits of citizen 
involvement in planning and design.  According to Sanoff (2000), community design is an 
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“umbrella term that also embraces community planning, community architecture, social 
architecture, community development, and community participation” (Sanoff, 2000, p. ix).  
Furthermore, Sanoff states, “The activity of community design is based on the principle that the 
environment works better if the people affected by its changes are actively involved in its 
creation and management instead of being treated as passive consumers” (Sanoff, 2000, p. x).  
The concepts of community architecture and user involvement in the design and management of 
their environment underlie most traffic calming programs.  Typically, these programs are citizen 
initiated and driven, citizens are actively involved in the design and decision-making process, 
and the result is that citizens have increased control over the function and use of their roads and 
other public spaces.   
Brody, Godschalk, and Burby (2002) found in their study of citizen involvement in the 
development of hazard (natural disaster) mitigation sections of local comprehensive plans that 
more citizen involvement is, in fact, better.  In their survey of thirty local governments each in 
Florida and Washington “to determine the attention local governments give to citizen 
involvement and the impact of their choices on the number of groups that actually took part in 
the planning process” (Brody et al, 2002, p. 5), the researchers found that decisions the local 
governments made on program design1 had a positive correlation with the number of groups 
participating in the planning process, which had a positive correlation with both the number of 
measures included in the comprehensive plan and the number of measures actually adopted.   
 
                                                 
1 “Information was obtained on the level, timing, and extent of citizen participation; the type, quality, and 
availability of technical information provided to citizens; and the specific techniques employed throughout the 
process” (Brody et al, 2002, p. 5).   
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The origin and evolution of traffic calming and traffic calming programs 
Definitional issues 
Before discussing how traffic calming programs have evolved, it is important to 
recognize the several definitions of traffic calming used by planners and engineers today.  Two 
broad categories of measures that are used to alter driver behavior are traffic calming and traffic 
management.  Generally, traffic calming is intended to slow vehicle speeds by altering driver 
behavior; traffic management is intended to reduce vehicle access by altering routes, and thereby 
reduce volumes.  Probably the most referenced definition of traffic calming is that provided by a 
subcommittee established by the Institute of Transportation Engineers2 (ITE) in 1997. 
Traffic calming is the combination of mainly physical measures that reduce the 
negative effects of motor vehicle use, alter driver behavior and improve conditions for 
non-motorized street users (Lockwood, 1997, p. 22). 
It is important to point out that the ITE definition of traffic calming excludes route 
modification, which is not consistent with how some local governments define traffic calming.  
The subcommittee considered route modification to be traffic management but not traffic 
calming because “they were said not to change driver behavior (i.e. speed) but simply to modify 
driver routing options” (Ewing, 1999, p. 3).  The City of San Jose3, however, provides a much 
broader definition of traffic calming: “Traffic Calming is the management of traffic so that its 
negative impacts on residents, pedestrians and schools are minimized” (City of San Jose, 2001, 
p. 2).  The City of San Jose’s program has three levels of traffic calming: Basic, Level I, and 
Level II.  Basic traffic elements “are those traffic control devices and programs implemented on 
                                                 
2 The Institute of Transportation Engineers (ITE), an international individual member educational and scientific 
association, is one of the largest and fastest-growing multimodal professional transportation organizations in the 
world. ITE members are traffic engineers, transportation planners and other professionals who are responsible for 
meeting society's needs for safe and efficient surface transportation through planning, designing, implementing, 
operating and maintaining surface transportation systems worldwide (ITE web page). 
3 Note: The City of San Jose did not participate in the survey, but did provide a copy of its Traffic Calming Toolkit 
(2001), which is a descriptive guide to how the program works and the various measures that may be considered.   
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a day-to-day basis to regulate warn, guide, inform, enforce and educate motorists, bicyclists and 
pedestrians” (City of San Jose, 2001, p. 3).  Safety education programs play an important role: 
Safety education programs are an important element of a comprehensive traffic calming program.  Safety 
education programs include efforts to make the public more aware of their own driving behavior and the 
impact it has on others.  Pedestrian and bicycle safety programs alert and educate pedestrians and 
bicyclists on road safety.  Driver safety information and education on existing laws can help improve driver 
behavior (City of San Jose, 2001, p. 7). 
Level I traffic calming elements include measures that slow vehicle speeds and alter 
driver behavior, including road bumps, raised crosswalks, minor traffic circles, among others.  
Level II traffic calming elements “are traffic control devices and roadway design features 
primarily designed to discourage cut-through traffic from using residential streets” and include 
diverters, extended medians, and partial and full street closures (City of San Jose, 1999, p. 35).   
The origin and evolution of traffic calming and traffic calming programs 
In one of the earliest studies on traffic calming, State of the Art: Residential Traffic 
Management (1980), authors Donald Appleyard et. al. explained that urban planners recognized 
the negative impacts of the automobile on residential areas as early as the 1920’s.  Until that 
time, the standard street system had been the grid pattern, a pattern that allowed automobiles 
convenient and unimpeded access to all streets.  In response to safety concerns over automobile 
traffic in residential areas, new street system patterns were developed: “a typical suburban street 
pattern, with a network of high capacity arterials surrounding a set of discontinuous, curvilinear 
streets” (Appleyard, 1980, p. 2).  According to Appleyard, little was done to remedy problems on 
the grid streets themselves at that time, but, instead, new communities were being designed4 that 
rigorously excluded street traffic and attempted to locate services within the community, such as 
                                                 
4 Appleyard cites the late 1920’s designs by Charles Perry, “neighborhood units,” as a prime example of this type of 
neighborhood design, and later the “superblock” structure, which was a type of planned community with a 
pedestrian core and limited automobile access.   
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parks, schools, and local streets, so that residents would be buffered from busy arterial streets 
and children would not have to cross main traffic streets to get to schools and other destinations. 
Eventually, planners began to address traffic problems on the grid streets, in part because many 
citizens lived on the grid streets and were negatively affected by intense traffic, and because the 
new suburban street systems were experiencing traffic problems, also.  “In the late 1940’s and 
early 1950’s, Montclair, New Jersey and Grand Rapids, Michigan installed the first diverters and 
cul-de-sacs specifically retrofit to protect neighborhoods from through traffic” (Appleyard, 1980, 
p. 3).   
Early attempts at traffic calming rarely included specific opportunities for citizen 
involvement, and planners and engineers eventually realized that citizen buy-in was necessary 
before measures were installed; otherwise, there was a good chance that the measures would be 
removed in response to citizen complaints.  To increase citizen support for traffic calming 
measures, during the 1970’s a few cities, including Berkeley, CA, adopted traffic calming 
programs (the most common name today is “Neighborhood Traffic Management Programs”) 
with detailed descriptions of the traffic calming planning and decision-making process and how 
and when citizens were to participate (Appendix 4: Neighborhood Traffic Calming Process 
Flow).  While there is variation among these programs, what they have in common is a defined 
process to plan and implement traffic calming projects and specific provisions for the types, 
timing, and extent of citizen involvement.   
Perhaps the most striking aspect of traffic calming programs is their longevity and 
apparent increasing popularity.  I was unable to identify any discontinued programs (not 
counting temporary moratoriums and budget freezes), and I found that the number of programs 
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in the United States continues to increase.  There may be as many as 80 of these programs today 
(Appendix 4: Cites and Counties Reported to Have Traffic Calming Programs).     
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LITERATURE REVIEW 
Three large and influential studies of traffic calming and traffic calming programs were 
reviewed to analyze the status of research on this topic: State of the Art, Residential Traffic 
Management (Smith 1980), A Survey of Traffic Calming Practices in the United States 
(Weinstein and Deakin 1998), and Traffic Calming: State of the Practice (Ewing 1999). 
State of the Art, Residential Traffic Management (1980) was one of the first and most 
thorough reports on individual traffic calming and traffic management measures and how they 
work.  A case study approach was used, and the study’s primary objectives were to determine 
which measures (e.g. speed bumps) were the most effective at reducing speeds; which were the 
most likely to be accepted by residents; and to identify best practices of traffic calming.  A 
pertinent finding of the study was that lack of community involvement was a common cause of 
failure.  “If the affected neighborhood is not involved in the planning process at an early stage, 
problems have developed because….those affected simply reacted adversely to a change to 
which they had no input and which took them by surprise” (Smith, 1980, p. 86).  Approximately 
120 communities were studied, however the report did not attempt to differentiate programs with 
well defined and substantial citizen involvement provisions from those that did not plan with 
citizens.  The report also did not attempt to empirically estimate the success rate of measures (i.e. 
the percent of measures that do not have to be removed or substantially redesigned).   
Weinstein and Deakin (1998) conducted the largest survey of local governments that 
have implemented traffic calming projects.  The study was based on surveys and in-depth 
telephone interviews of the staff of cities, counties, and metropolitan planning organizations 
(MPOs); a survey of approximately 350 cities and counties, telephone interviews of 43 cities and 
counties, and a more in-depth survey of an additional 20 cities and counties with large traffic 
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calming programs.  In addition, interviews of 32 MPOs were conducted to determine the extent 
of their involvement in traffic calming.  The study found that of the 350 cities and counties 
surveyed, 65% reported having written guidelines for traffic calming.  Of these 227, “A smaller 
number of localities have prepared a broader policy document which explains the goals of traffic 
calming and provides a comprehensive overview of the programs for responding to 
neighborhood complaints about traffic” (Weinstein and Deakin, 1998, p. 7).  The “smaller 
number of localities” Weinstein and Deakin refer to are the focus of this study. 
Other findings of interest include, “very few jurisdictions have used federal money for 
traffic calming, and those that have are more likely to have received it form the Department of 
Housing and Urban Development (HUD) than from the Department of Transportation” 
(Weinstein and Deakin, 1998, p. 15).  Some respondents stated that they had not looked into the 
availability of federal funding in part because they thought the projects were too small, too 
simple, or too local to be approved for federal funding.  One respondent believed “that traffic 
calming would not be ‘competitive enough’ to win in a competition for ISTEA funds” 
(Weinstein and Deakin, 1998, p. 16).  Weinstein and Deakin’s study did not differentiate 
communities with well-defined traffic calming programs and those that reacted to traffic 
problems on a case-by-case basis.  In addition, their study did not attempt to document success 
rates.   
The ITE’s study of traffic calming authored by Reid Ewing, Traffic Calming: State of the 
Practice (1999), was at its core an updated and expanded version of State of the Art.  The report 
summarizes best and innovative practices and documents common attributes of successful 
programs.  Case study analysis, telephone interviews, and site visits of 20 programs throughout 
the United States are the basis of the study; an additional 30 cities and counties were reviewed in 
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less detail.  State of the Practice contributed to traffic calming literature in several key areas, 
including documenting the purposes of programs, the challenges of trying to expand programs 
from local streets to major streets, the liability risks5 faced by local governments, and local 
government authority6 to install traffic calming measures.   
Somewhat surprisingly, Ewing parted from the ITE subcommittee’s definition of traffic 
calming by including discussion on route modification measures.  Ewing states that route 
modification measures should be addressed because they have rather similar results to 
conventional traffic calming measures because, “all affect volume and speeds of traffic.  All are 
largely self-enforcing.  All are engineered” (Ewing, 1999, p. 3).  State of the Practice’s 
discussion of traffic calming, however, is not holistic and it does not address the “non-
engineering” techniques of education, psychological techniques (e.g. streetscaping and other 
beautification projects), and enforcement (e.g. speed limits).  Ewing (1999, p. 3) states, “The 
concept of traffic calming as presented in this report is narrow compared to those of some 
surveyed communities, whose traffic calming programs are structured around the ‘3 Es’ – 
education, enforcement, and engineering.  The definition used by Montgomery County7, MD, 
for example, includes operational measures such as enhanced police enforcement, speed 
displays, and a community speed watch program, as well as such physical measures as 
edgelines, chokers, chicanes, traffic circles, and (for the past 4 years) speed humps and raised 
crosswalks” (Ewing, 1999, p. 3).   
                                                 
5 “Lawsuits and damage claims are not nearly the problem commonly assumed.  In legal research in the literature, 
only two lawsuits against traffic calming programs have been successful, and one of those is currently under appeal” 
(Ewing, 1999, p. 127).  R.S. McCourt (1998) found, “A survey of 98 traffic agencies uncovered only 6 lawsuits 
related to traffic calming, this among agencies that collectively reported over 1,500 traffic-related lawsuits each 
year.  These same agencies reported paying only two damage claims.” 
6 Local government authority to place restrictions on mobility differs on state by state basis.  In California and 
Florida, local government traffic control measures (including traffic calming measures) must conform to 
specifications officially recognized by the state (Ewing, 1999, p. 132).  
7 Montgomery County, MD staff did participate in this survey. 
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State of the Practice mentions a number of potential objectives of traffic calming 
programs but did not attempt to document how common they are (increasing bicycling and 
walking level of service is mentioned, but encouraging modal shift and increasing physical 
activity receive little attention), or to investigate the importance of education or behavior change 
to the programs.  State of the Practice is focused primarily on describing engineered solutions to 
traffic problems and the best practices for program implementation.   
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METHODOLOGY 
 Past research on traffic calming programs has not addressed four important aspects of 
traffic calming programs.  First, past research has provided a fairly narrow description of why 
local governments develop traffic calming programs, and greater detail is needed so that planners 
and researchers may better evaluate programs’ ability to achieve objectives such as increased 
physical activity and positive behavior change (e.g. citizens make the decision to drive more 
slowly and carefully).  Second, past research has not documented staff perceptions of the impact 
of citizen involvement on the success of traffic calming programs, a discussion that adds to our 
understanding of the positive and negative impacts on planning of citizen involvement.  Third, 
with the exception of State of the Practice, past research has not focused specifically on 
programs with extensive provisions for citizen involvement; however, State of the Practice did 
not focus its analysis specifically on the importance and impact of citizen involvement.  And 
fourth, past research has not attempted to empirically estimate the relationship between the 
degree to which local governments encourage citizen involvement and program outcomes – the 
success of traffic calming installations.   
 During the development of a list of local governments to survey, I did a substantial 
amount of web research and spoke with perhaps twenty staff.  The first significant discovery I 
made was that once a local government has adopted a traffic-calming program, it is very unlikely 
that the program will be discontinued.  In fact, I was not able to identify a single program that 
had been permanently discontinued, although there have been a few moratoriums.  The initial 
idea for this study was to compare local governments that have traffic calming programs with 
local governments that had discontinued them, but this was not possible due to the fact that few, 
if any, programs have been discontinued.  I am aware of only a few local governments that have 
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had either short-term periods where money is not allocated to the program or temporary 
moratoriums on specific traffic calming measures, such as speed bumps. 
 
Research hypotheses 
 Based on the gaps identified in the research and my conversations with traffic calming 
program managers, I developed the following research hypotheses about traffic calming 
programs and citizen involvement.   
Hypotheses on Program Design and the Impact of Citizen Involvement  
The first three hypotheses look at why local governments develop traffic calming 
programs.  The overarching assumption is that the programs are adopted to achieve multiple 
objectives in addition to slowing traffic or supporting neighborhood or urban revitalization, 
many of which have important implications for transportation planning.   
• H1: A common objective of traffic calming programs is to achieve increased pedestrian and 
bicycle levels of service. 
• H2: A common objective of traffic calming programs is to encourage participants in traffic 
calming projects to shift their modes of travel (from the automobile to walking, bicycling, or 
transit). 
• H3: A common objective of traffic calming programs is to encourage physical activity.   
Hypotheses four and five are based on the overall assumption that local governments 
encourage citizen involvement in the planning process in order to achieve multiple objectives in 
addition to generating consensus on the traffic calming measures to install.  Similar to 
hypotheses 1-3, hypotheses 4-5 propose that local governments are attempting to accomplish 
much more than the traditional transportation objectives of mobility and safety through traffic 
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calming programs.  In general, past research has focused on whether specific traffic calming 
measures (i.e. speed bumps) have been successful at reducing speeds, but researchers have not 
asked whether local governments attempt to encourage behavior change through citizen 
education and direct participation in traffic calming projects.   
• H4: A common objective of citizen involvement is to educate citizens about traffic calming 
and transportation planning. 
• H5: A common objective of citizen involvement is to encourage behavior change by 
participants in traffic calming projects, e.g. residents who are concerned about speeding in 
their neighborhood make the decision to drive more slowly themselves.  
Past researchers have concluded that citizens do have an impact on the success of 
individual traffic calming projects, but little attention has been given to the overall impact of 
citizens on the political support for and the amount of money allocated to traffic calming 
programs.  If this hypothesis is true, one may conclude that involving citizens constructively in 
the planning process can have major implications to the success and scope of traffic calming 
programs.   
• H6: When citizens become involved in traffic calming, they not only participate in developing 
solutions to specific traffic problems, they also impact the amounts of political support for 
and the amount of money allocated to the programs.   
Hypothesis on the Effect of Citizen Involvement on Project Success 
Hypothesis seven is an attempt to test the alternate statement proposed in State of the 
Practice (1999) that proactive programs (defined as programs where the government is more 
likely to initiate action) are more likely to succeed than reactive programs (defined as programs 
where citizens are more likely to initiate action).   
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• H7: Initiation of projects by citizens is a more significant determinant of project success than 
is initiation by local government.   
Ewing writes, “a traffic calming program may be reactive, responding to citizen requests 
for action, or it may be proactive, with staff identifying problems and initiating the action” 
(Ewing, 1999, p. 155).  He provides a typology of four general ways that local governments can 
design their programs:  
1) Reactive/Spot treatment (i.e. a citizen initiated effort to solve a problem at a specific 
intersection or street),  
2) Reactive/Areawide treatment (i.e. a citizen initiated effort to solve problems 
throughout an area),  
3) Proactive/Spot treatment (i.e. a city initiated effort to solve a problem at a specific 
intersection or street), and  
4) Proactive/Areawide treatment (i.e. a city initiated effort to solve problems 
throughout an area).   
Ewing concludes (see table 8.2, p. 155) that the two choices for proactive programs are 
more successful (proactive/spot treatment = “more successful” and proactive/areawide treatment 
= “most successful”) that than the two reactive programs (reactive/spot treatment = “somewhat 
successful” and reactive/areawide treatment = “less successful”), indicating that government 
initiated projects are more likely to succeed than citizen initiated projects.  I felt it was important 
to test this statement because it contradicts some very basic tenets of citizen involvement and 
community design theory.  Admittedly, the State of the Practice conclusions are very general, 
but given the important role State of the Practice plays in the development of traffic calming 
programs (it is considered by many planners and engineers to be the authority on traffic calming 
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in the United States) it is important that researchers continue to ask questions about the potential 
benefits of citizen led traffic calming processes.  In fact, 13 out of 22 respondents (59%) 
referenced ITE’s traffic calming report, State of the Practice, as a resource for the design of their 
programs.  
Development of survey questionnaire and selection of local governments to survey 
I designed the survey questionnaire to accomplish several goals.  First, to ask specific 
questions that would help answer individual research hypotheses, such as question 1: “Which of 
the following are primary objectives (typically stated in writing, i.e. stated in your program’s 
guidelines/manual) OR secondary objectives (NOT stated in writing) of your traffic calming 
program?” and question 2: “Regarding citizen involvement, what are your objectives for citizen 
involvement in the traffic calming process?”   
Second, I used primarily closed-ended questions to simplify analysis of the results, 
though I did include several open-ended questions with the hope of learning of innovative 
practices, unusual problems faced, and staffs’ thoughts on how programs have changed over time 
to address specific challenges or objectives.  Staffs’ responses to the open-ended questions have 
been inserted throughout this report to help provide context or to clarify a point.   
Third, I developed a list of cities and counties to ask to participate in the study based on 
the goal of achieving a diverse sample of local governments in terms of both size (population) 
and geographic location.  Much of the research and popular articles I had read focused on 
programs of the Southeast and the Northwest.  In particular, there were few references to 
programs in the Midwest or to cities and counties with populations of less than 100,000.   
Although I did not have specific hypotheses about how programs might differ based on 
location or population, my objective was to achieve sample diversity for the simple purpose of 
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producing research results that would be of interest to the greatest number of local governments.  
It is not unusual for local governments to conclude that research findings based on studies of 
cities much larger than themselves or in states that have very different political climates, are not 
applicable to their situation.  I believe the goal of achieving a diverse sample of cities and 
counties both in terms of location and population was achieved; summary information on the 
participating cities and counties is presented in the following section Survey Results: Overview 
of Survey Responses.     
I developed a list of 41 local governments to ask to participate in the survey based on 
programs that had been identified in previous research8 and my own searches for programs on 
the World Wide Web.  The survey was distributed to 35 local governments.  Six of the 41 cities 
and counties were not sent a survey because I was unable to identify a specific individual or 
department to contact.           
 
 
                                                 
8 I contacted all twenty city and counties that participated in Traffic Calming: State of the Practice (1999). 
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SURVEY RESULTS 
Overview of survey responses 
Response rate and sample diversity 
Of the thirty-five local governments I contacted, twenty-three returned completed surveys 
(response rate = 66%).  Fortunately, the respondents did comprise a geographic and size 
(population) diverse sample, although only one city (San Diego) with a population of greater 
than 1 million is represented in the sample (Appendix 2: List of Participating Cities and Program 
Contact Person).  I did, however, remove one local government from the analysis because it was 
significantly different in its structure and intent (the only staff assigned to the program were 
police officers, which is consistent with a program focused almost exclusively on enforcement 
and not engineering or education), and the jurisdiction had not yet installed any traffic calming 
measures; therefore, a total of twenty-two local governments’ responses were analyzed. 
Table 1: Distribution of Cities and Counties by Geographic Region 
Region Number  Percent of Total  
Northwest 2 9% 
West 3 14% 
Southwest 2 9% 
Midwest 4 18% 
Northeast 4 18% 
Southeast 7 32% 
TOTAL 22 100% 
 
Table 2: Distribution of Cities and Counties by Population 
Population Number  Percent of Total  
 < 100,000  7  32% 
 100,000 – 400,000  9  41% 
> 400,000  6  27% 
TOTAL  22  100% 
 
 - 22 - 
General observations  
Overall, the quality of the information provided by the participants was outstanding.  
Participants completed all sections of the survey and it appears that none of the participants had 
difficulty understanding the survey instructions.  I did notice some response patterns.  
Jurisdictions that provided more opportunities for citizen involvement perceived that citizens had 
a larger impact on the planning process.  In addition, it appears that staff of the younger 
programs, and perhaps one older program that went through significant changes recently in 
response to failed traffic calming projects, were more likely to report that citizens had fewer 
opportunities for involvement and had lower impacts on the planning process.  While these 
observations are interesting and may indicate that the amount of citizen involvement, as well as 
the perceived impact of citizens, may increase with the age of the program, the relationships 
were not investigated further due to the difficulty of testing these associations statistically given 
this study’s small sample size and to the lack of substantial theories to support these hypotheses. 
Coding of data, software used 
 Survey questions were coded as ordinal, nominal, or scale data types.  The majority of 
responses are ordinal types, which signify categories with an intrinsic order (e.g. low, medium, 
high; not emphasized at all, moderately emphasized, strongly emphasized).  The major 
categories of scale data included population, age of traffic calming program, number of years of 
traffic calming data, and the number of traffic calming measures installed and removed.  
Microsoft EXCEL was used to summarize survey responses and to produce the summary pie 
charts.  SPSS statistics software was used to create descriptive statistics and contingency tables.   
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Summary Statistics 
 
1.  Number of local governments that participated in survey = 22 
2.  Age of traffic calming programs (years): 
 Range = 1-28 
Mean = 7.5 
Median = 6.5 
3.  Number of years for which local governments reported traffic calming data9: 
 Range = 1-17 
 Mean = 5.8 
 Median = 5.0 
4.  Availability of traffic claming programs within cities and counties: 
 Percent of programs offered citywide or countywide = 95% 
 Percent of programs offered in specific neighborhoods = 5% 
5.  Total (all cities and counties combined) number of measures successfully installed: 
 Number installed = 5,262 
 Number substantially redesigned or removed = 55 
Number of measures successfully installed = 5,207 
6.  Average number of measures successfully installed per program per year: 
 Mean = 39.5 
 Median = 10.7 
 Standard deviation = 44.5 
 
 Note: The mean is much higher than the median because eight of the cities and counties 
successfully installed more than 50 measures per year and two cities and counties successfully 
installed over 100 measures per year.  In addition, twelve of the cities and counties successfully 
installed 11 or fewer measures per year.  These disparities result in a large standard deviation.  
7.  Average number of measures successfully installed per program per year (per 10,000 people): 
 Mean = 1.6 
 Median = 1.3 
 Standard deviation = 1.6 
  
                                                 
9 Cities and counties provided data on the number of installations and removals of traffic calming measures for a 
period of time less than or equal to the number of years that a formal traffic calming program existed.  As a result, 
all data presented in this paper cover years when a traffic calming program was in place.   
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The scatter plot below in Figure 2 indicates that 18 of 22 (nearly 82%) of the cities and  
counties successfully installed between .07 and 1.88 measures per year per 10,000 people10.  The 
three programs with the largest number of successful installations per year reported installing 
many speed bumps during the past five years.   
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Figure 2: Number of Measures Successfully Installed per Year (per 10,000 People) for 22 Cities and Counties
 
8.  Total (all cities and counties combined) percent of measures successfully installed: 
Percent of measures successfully installed = 99% 
 
The scatter plot below in Figure 3 indicates that many of the programs have had 100% or 
near 100% success rates in terms of not having to substantially redesign or remove installed 
measures.  In addition, the two local governments with the lowest success rates were unique in 
that they had installed very few measures.  For one of these local governments, low success rates 
were attributed to design defects, which ultimately is the responsibility of the program’s 
                                                 
10 The data is scaled (per 10,000 people) so that the cities and counties (which range in size considerably) can be 
plotted on the same graph.  To convert from scaled data to the actual numbers, for example, for a city with a scaled 
average of 6.0 and a population of 95,447 people, the number of installations would be 6.0 X 9.5447 = 57 measures 
successfully installed per year.     
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technical staff and not citizens; citizens, incidentally, had been heavily involved in the design of 
some of the measures that were removed.    
Figure 3: Percent of Measures Successfully Installed for 22 Cities and Counties 
Percent Successfully Installed 
(Did Not Have to be Substantially Redesigned or Removed)
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Ranking of Responses  
 
 In this section, staffs’ responses to the close-ended questions are presented.  For each of 
the six major question categories (Questions #1, #2, #3, #4, #11, and #12), responses to the sub 
questions have been ranked beginning with the objectives or perceptions that staff most agree 
with, to those that staff least agree with or that they have not found to be true (See Tables 3 – 8).  
Ranking was done by collapsing similar responses; for example, for question #2, the percentages 
of responses “moderately emphasized” or “strongly emphasized” were summed, and the sub 
question that had the largest summed percentage was listed first (2f. “Achieving citizen buy-in 
and agreement”).  If two sub questions had the same summed percentage, then the sub question 
with the largest percent for “strongly emphasized” was listed first.  A numeric ranking, i.e. “1” – 
“8,” proceeds the sub questions.  Observations about the rankings follow. 
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For question #1 (Table 3) about the objectives of traffic calming programs, the highest 
ranked sub question is “to slow vehicle speeds or reduce volumes on local roads,” which all of 
the programs stated was a primary objective and a result that we would expect.  However, 
“involve residents in the planning and decision making process” was ranked second, with 86.4% 
of respondents listing it as a primary objective, and an additional 9.1% listing is as a secondary 
objective.  This result would not necessarily be expected, based on the literature.  “Reduce the 
number of injuries or deaths” was ranked fourth which may surprise some, but as several 
respondents explained in the open-ended questions, injuries and deaths are serious problems that 
often must be addressed through strategies other than traffic calming; examples of such strategies 
could include the installation of traffic signals, aggressive enforcement, and the complete 
redesign of problem streets or intersections.  Another interesting finding is that “encourage 
modal shift” is ranked last because it had the lowest sum of “primary” or “secondary” responses 
(8 staff stated “encourage modal shift” was “not an objective”), yet the percent of staff that 
answered “primary” exceeded three of the higher ranked sub questions.  This indicates that cities 
and counties that “encourage modal shift” are more likely to state this in their program materials 
than they are for some of the other objectives, such as “reduce crime in residential 
neighborhoods,” which may reflect the importance of printed materials to achieving education 
and behavior change objectives.    
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Table 3: Question 1 - Which of the following are primary objectives (typically stated in writing, i.e. stated in 
your program's guidelines/manual) OR secondary objectives (NOT stated in writing) of your traffic calming 
program? 
Rank Sub question Primary Secondary Not an Objective 
TOTAL 
percent 
TOTAL 
frequency
    Percent Frequency Percent Frequency Percent Frequency     
1 Slow vehicle speeds or 
reduce volumes on local 
roads  
100% 22 - - - - 100% 22 
2 Involve residents in the 
planning and decision-
making process 
86.4% 19 9.1% 2 4.5% 1 100% 22 
3 Increase ped-bike levels of 
service  59.1% 13 36.4% 8 4.5% 1 100% 22 
4 Reduce the number of 
injuries or deaths from 
automobile-automobile 
and/or automobile-
pedestrian/bicycle 
accidents  
40.9% 9 36.4% 8 22.7% 5 100% 22 
5 Encourage physical activity 
by improving the walking or 
bicycling environment  
18.2% 4 59.1% 13 23.7% 5 100% 22 
6 Encourage 
redevelopment/revitalization 
efforts in specific 
neighborhoods or districts 
13.6% 3 59.1% 13 27.3% 6 100% 22 
7 Reduce crime in residential 
neighborhoods by altering 
automobile accessibility  
9.1% 2 59.1% 13 31.8% 7 100% 22 
8 Encourage modal shift (by 
citizens involved in the 
traffic calming process)  
22.7% 5 40.9% 9 36.4% 8 100% 22 
 
 
For question #2 (Table 4), the sub question “achieving citizen buy-in and agreement” is 
moderately or strongly emphasized by all of the local governments.  “Finding out about citizen 
preferences and values was strongly emphasized by 77.3% of the staff, and an additional 18.2% 
stating it was moderately emphasized.  “Educating citizens” was ranked very high, with 95.5% 
of staff stating that education was an objective, while slightly fewer (86.4%) staff stated that 
“Educating citizens to affect positive behavior change” was an objective.  An interesting but not 
necessarily surprising finding was that 68.2% of staff stated that complying with federal or state 
objectives was not an objective of their citizen involvement program, which is most likely a 
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result of traffic calming programs using very little federal transportation money, as documented 
by Weinstein and Deakin (1998).  This sub question was the only one that more than 14% of 
staff said was not emphasized at all.    
Table 4: Question 2 - Regarding citizen involvement, what are your objectives for citizen involvement in the 
traffic calming process? 
Rank Sub question Strongly emphasized
Moderately 
emphasized 
Not emphasized at 
all 
TOTAL 
percent
TOTAL 
frequency
    Percent Frequency Percent Frequency Percent Frequency     
1 Achieving citizen buy-in and 
agreement on 
problems/issues and the 
measures to address those 
problems 
95.5% 21 4.5% 1 - - 100% 22 
2 Finding out about citizen 
preferences and values 77.3% 17 18.2% 4 4.5% 1 100% 22 
3 Educating citizens about 
traffic calming and 
transportation planning 
68.2% 15 27.3% 6 4.5% 1 100% 22 
4 Fostering citizen influence in 
decision-making  59.1% 13 36.4% 8 4.5% 1 100% 22 
5 Educating citizens, with the 
end goal of affecting positive 
behavior change by 
participating citizens  
50% 11 36.4% 8 13.6% 3 100% 22 
6 Tapping citizen knowledge 
and experience  40.9% 9 45.5% 10 13.6% 3 100% 22 
7 Complying with federal and/or 
state public participation 
requirements  
9.1% 2 22.7% 5 68.2% 15 100% 22 
 
For question #3 (Table 5), 90.9% of staff said that citizens had a strong impact on the 
locations studied and approved for traffic calming measures, and an additional 4.5% stated that 
citizens had a moderate impact, only 4.5% stated citizens had a weak impact.  90.9% of staff 
stated that citizens had a strong or moderate impact on whether projects fail, which presumably 
reflects citizens’ influence over the decision to substantially redesign or remove measures they 
do not approve of.  In reality, measures will typically not be removed if they are not successful at 
reducing speeds; measures will are only removed if citizens complain.  One staff stated in the 
survey, “If citizens don’t complain afterwards, then it was effective.”  Of the other four sub 
questions, at least 50% of staff stated citizens had a strong impact, and at least 80% stated 
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citizens had a strong or moderate impact.  Clearly, staff of these programs perceive that citizens 
have large impacts on many aspects of traffic calming programs.  
Table 5: Question 3 - How would you rate citizens' impact on the following aspects of your city's traffic 
calming program? 
Rank Sub question Strong impact Moderate impact Weak impact 
TOTAL 
percent
TOTAL 
frequency
    Percent Frequency Percent Frequency Percent Frequency     
1  The locations studied and 
approved for traffic calming 
measures  
90.9% 20 4.5% 1 4.5% 1 100% 22 
2 The failures of individual 
projects - how much impact 
do citizens have on whether 
a project fails  
59.1% 13 31.8% 7 9.1% 2 100% 22 
3 Political support for the 
traffic calming program 76.2% 16 14.3% 3 9.5% 2 100% 21
11 
4 The types and/or variety of 
traffic calming measures 
used  
61.9% 13 28.6% 6 9.5% 2 100% 21 
5 The success of individual 
projects - how much impact 
do citizens have on whether 
a project succeeds  
68.2% 15 18.2% 4 13.6% 3 100% 22 
6  The budget available to the 
program (i.e. how much 
money the city allocates to 
the program)  
50.0% 11 31.8% 7 18.2% 4 100% 22 
 
For question #4 (Table 6), 100% of staff responded that citizens have a medium to large 
role in identifying problems and 95.5% of staff responded that citizens have a small to large role 
in selecting the measures to be installed, which many of the programs accomplish through a 
petition process.  An interesting finding is that citizens have some role in maintenance of the 
measures for more than 68% of the local governments.  A number we would expect to be lower, 
based on the literature, which hardly mentions citizen involvement in the maintenance of traffic 
calming measures (e.g. care of landscaping in curb bulb-outs or vegetated medians).  In addition, 
though past researchers have documented that citizens often play a role in financing the measures 
                                                 
11 For a couple of questions, valid responses were used because on staff person did not respond.  Therefore, the total 
number of responses is 21 and not 22 for these questions.   
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(typically out-of-pocket) (Weinstein and Deakin 1998), 21 of 22 (95.5%) staff stated that citizens 
had “no role” in financing. 
Table 6: Question 4 - In which of the following general areas of traffic calming have citizens played a role? 
Rank Sub question Medium to large role Small role No role 
TOTAL 
percent 
TOTAL 
frequency
    Percent Frequency Percent Frequency Percent Frequency     
1 Identification of traffic 
calming problems and 
issues 
100.0% 22 - - - - 100% 22 
2 Selection of the 
measure(s) to be 
installed  
59.1% 13 36.4% 8 4.5% 1 100% 22 
3 Development of 
alternative measures 
(scenarios) to address 
the problem or issue 
40.9% 9 50.0% 11 9.1% 2 100% 22 
4 Development of a 
recommended traffic 
calming measure(s) to 
address the problem or 
issue  
50.0% 11 36.4% 8 13.6% 3 100% 22 
5 Maintenance of the 
measure(s) (e.g. citizens 
are responsible for the 
upkeep of the 
landscaping)  
27.3% 6 40.9% 9 31.8% 7 100% 22 
6 Evaluation of the 
effectiveness of the 
measure(s) 
18.2% 4 40.9% 9 40.9% 9 100% 22 
7 Collection of data as part 
of a traffic calming study 
(e.g. collecting data on 
automobile speeds 
through the use of a 
radar gun)  
4.5% 1 36.4% 8 59.1% 13 100% 22 
8 Financing of the selected 
measure(s) (i.e. citizens 
pay a portion of the costs 
of the improvements)  
4.5% 1 - - 95.5% 21 100% 22 
 
Question #11 (Table 7), which is discussed fully in the following section on hypothesis 
#7, indicates that staff believe citizen initiated traffic calming projects have a much greater 
chance of success than government initiated projects.  72.7% of staff believe citizen initiation has 
a strong impact on project success, while only 22.7% believe staff initiation has a strong impact.     
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Table 7: Question 11 - What impact do you believe the following have on the likelihood of project success 
(success defined as "meeting some or all of its objectives and DOES NOT have to be removed or 
substantially redesigned")? 
Rank Sub question Strong impact Moderate impact Little or no impact 
TOTAL 
percent 
TOTAL 
frequency
    PercentFrequency PercentFrequencyPercent Frequency     
1 Citizens are actively involved 
throughout the traffic calming 
process, from problem 
identification all the way to the 
evaluation of the effectiveness 
of the traffic calming 
measure(s)  
72.7% 16 18.2% 4 9.1% 2 100% 22 
2 Citizens, rather than the city, 
initiated the action to address 
the traffic problem/issue  
72.7% 16 4.5% 1 22.7% 5 100% 22 
3 The city, rather than citizens, 
initiated the action to address 
the traffic problem/issue  
22.7% 5 40.9% 9 36.4% 8 100% 22 
 
There are a few interesting responses to question #12 (Table 8).  First, staffs’ responses 
were identical for two measures of success: 95.5% of the responses stated that both achieving 
slower speeds and/or reduced volume and support by neighbors living adjacent to the measures 
were either moderately essential or essential to project success.  Also, there was a dramatic 
difference in the percentage of staff that thought is was moderately essential or essential that 
citizens living outside the neighborhood supported the measures, only 36.4% believed non-
neighborhood citizen support was necessary.   
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Table 8: Question 12 - From your department's perspective, which of the following must occur for a 
completed traffic calming project to be deemed a success (success defined in question #11)? 
Rank Sub question Essential 
Moderately 
essential Not essential 
TOTAL 
percent
TOTAL 
frequency
    Percent Frequency Percent Frequency Percent Frequency     
1 The traffic calming measure(s) 
accomplishes its goal to reduce 
speed or reduce volume  
72.7% 16 22.7% 5 4.5% 1 100% 22 
2 Citizens living adjacent (next 
to) to the traffic calming 
measure(s) support it  
72.7% 16 22.7% 5 4.5% 1 100% 22 
3 Citizens living outside the 
neighborhood where the traffic 
calming measure(s) is located 
support it (e.g. motorists that 
regularly drive through the 
neighborhood)  
9.1% 2 27.3% 6 63.6% 14 100% 22 
 
 
Survey Results and Application to Hypotheses 1-3 
 
H1: A common objective of traffic calming programs is to achieve increased pedestrian and 
bicycle levels of service. 
 
1c. Increase pedestrian and bicycle levels of 
service
5%
36%
59%
Not an objective
secondary
primary
 
Figure 4 
Staffs’ responses confirm that increasing 
pedestrian and bicycle levels of service is 
an objective.  Only 5% stated it was not.  
Perhaps more important, 59% indicated 
that increasing pedestrian and bicycle 
levels of service was a primary goal (stated 
in writing) of their traffic calming program. 
H2: A common objective of traffic calming programs is to encourage participants in traffic 
calming projects to shift their modes of travel (from the automobile to walking, bicycling, or 
transit) 
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Figure 5 
1d. Encourage modal shift (by citizens 
involved in the traffic calming process) - the 
substitution of automobile trips with walking, 
bicycling, or transit trips
36%
41%
23%
Not an objective
secondary
primary
 
Staffs’ responses confirm that encouraging 
modal shift is an objective for a majority of 
the programs.  23% indicated that 
encouraging modal shift was a primary 
goal (stated in writing) of their traffic 
calming program, and an additional 41% 
stated that it was a secondary goal.    
H3: A common objective of traffic calming programs is to encourage physical activity.   
 
1e. Encourage physical activity by improving 
the walking or bicycling environment
23%
59%
18%
Not an objective
secondary
primary
  
Figure 6 
Staffs’ responses confirm that encouraging 
physical activity is an objective of a 
majority of the programs.  Only 23% stated 
it was not, while 18% listed it is a primary 
goal and 59% listed it as a secondary goal.  
 
These results document an aspect of traffic calming programs that has been largely 
ignored by past research: that encouraging modal shift and increasing physical activity are 
common objectives of traffic calming programs.  Given that a majority (95%) of the traffic 
calming programs surveyed are available city or county wide, if they are successful at achieving 
these objectives, traffic calming programs could have substantial impacts on the design and use 
of our transportation systems.  There is a need for research that asks the participants in traffic 
calming projects what the effect of participation has been on their transportation choices and 
levels of physical activity, and, if possible, to identify those techniques used by staff that are 
associated with behavior change.   
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If such research is conducted in the future, and if it indicates that traffic calming 
programs do have an impact on citizens’ transportation choices, perhaps more federal 
transportation money will be made available to support traffic calming programs and projects.  
According to Weinstein and Deakin (1998), very little federal transportation money has been 
used for traffic calming projects; instead, if federal money was used, it was probably from the 
Department of Housing and Urban Development (HUD).  This, I believe, is partially the result of 
regional and state transportation planning processes that give priority for federal transportation 
funding to projects with “regional impacts;” A criterion that, unfortunately, results in relatively 
small amounts of money being allocated to programs to improve walking and bicycling 
infrastructure at the neighborhood level. 
    
Survey Results and Application to Hypothesis 4 
H4: A common objective of citizen involvement is to educate citizens about traffic calming and 
transportation planning. 
 
2d. Educating citizens about traffic calming 
and transportation planning
5%
27%
68%
not emphasized
at all
moderately
emphasized
strongly
emphasized
 
Figure 7 
 
 
 Survey results indicate that education is an 
However, what the survey results do not tell us is w
education.  Is education meant to achieve buy-in du
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citizens is a common objective.  Only 5% 
of staff stated it was not.  In addition, more
than two out of three strongly emphasized 
education was an objective of citizen 
involvement, and an additional 27% 
moderately emphasized education.   important aspect of traffic calming programs.  
hat the local governments’ end goals are for 
ring the decision-making process or to foster 
citizen influence in decision-making.  Or, is education meant to influence citizens’ transportation 
choices, their levels of physical activity, or their driving behavior?  The first question was 
investigated through contingency table analysis12 of staffs’ responses, below.  The second 
question regarding behavior change is addressed in the following section, Survey results and 
application to hypothesis #5.   
Table 9: Contingency Table Analysis of Staffs’ Responses to “Achieving citizen buy-in and agreement” with 
“Educating citizens about traffic calming and transportation planning”  
   
Achieving citizen buy-in and 
agreement on problems and 
solutions  
   
moderately 
emphasized 
strongly 
emphasized TOTAL 
not emphasized at all Count 0 1 1 
  % of Total 0 4.5 4.5 
moderately emphasized Count 0 6 6 
  % of Total 0 27.3 27.3 
strongly emphasized Count 1 14 15 
Educating citizens 
about traffic calming 
and transportation 
planning   % of Total 4.5 63.6 68.2 
  TOTAL Count 1 21 22 
  % of Total 4.5 95.5 100.0 
 
 Table 9 shows that the majority of programs (14 of 22, 63.6%) strongly emphasize both 
achieving citizen buy-in and educating citizens.  Perhaps more striking, 21 of the 22 (95.5%)staff 
indicate that they strongly emphasize achieving buy-in, while 15 of 21 (68.2%) strongly 
emphasize educating citizens.  These results indicate that at the “end of the day” staff are more 
concerned with achieving buy-in than in the education of citizens for education’s sake, although 
both are common objectives.       
                                                 
12 For the purposes of this study, a contingency table displays how staffs’ responses to two questions are related, 
meaning for staff that answered one question in a particular way (i.e. strongly agree), how did they answer the other 
question.  Also, contingency tables are presented to summarize the data in a more meaningful way but not to make a 
claim about the statistical relationship between how staff answered the two questions.   I did look at statistical 
measures of association but perhaps because of the small sample size the measures were not significant for any of 
the contingency table analyses performed.    
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Table 10: Contingency Table Analysis of Staffs' Responses to "Finding out about citizen preferences and 
values" and "Educating citizens about traffic calming and transportation planning" 
   
Finding out about citizen preferences and 
values  
   
not emphasized at 
all 
moderately 
emphasized 
strongly 
emphasized TOTAL 
not emphasized at all Count 0 0 1 1 
  % of Total 0 0 4.5 4.5 
moderately emphasized Count 0 2 4 6 
  % of Total 0 9.1 18.2 27.3 
strongly emphasized Count 1 2 12 15 
Educating 
citizens about 
traffic calming 
and 
transportation 
planning   % of Total 4.5 9.1 54.5 68.2 
  TOTAL Count 1 4 17 22 
  % of Total 4.5 18.2 77.3 100.0 
 
 Table 10 shows that the majority of programs (12 of 22, 54.5%) strongly emphasize both 
finding out about citizen preferences and educating citizens.  In addition, 17 of 22 (77.3%) 
programs strongly emphasize finding out about preferences, while 15 of 22 (68.2%) programs 
strongly emphasize educating citizens.  As with the previous contingency table analysis, staff are 
focused on specific outcomes (finding out about preferences and values) more so than education 
by itself; however, the responses are similar for both and may suggest that these two objectives 
are highly interrelated.  Also, similar to the previous analysis, 20 out of 22 staff said that either 
education or finding out about citizens preferences are strongly emphasized, and only two staff 
indicated that one or both of the objectives was not emphasized at all.   
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Table 11: Contingency Table Analysis of Staffs’ Responses to “Fostering citizen involvement in decision-
making” and “Educating citizens about traffic calming and transportation planning” 
   
Fostering citizen involvement in 
decision-making   
   
not 
emphasized 
at all 
moderately 
emphasized 
strongly 
emphasized TOTAL 
not emphasized at all Count 0 1 0 1 
  % of Total 0 4.5 0 4.5 
moderately emphasized Count 0 2 4 6 
  % of Total 0 9.1 18.2 27.3 
strongly emphasized Count 1 5 9 15 
Educating citizens 
about traffic 
calming and 
transportation 
planning   % of Total 4.5 22.7 40.9 68.2 
  TOTAL Count 1 8 13 22 
  % of Total 4.5 36.4 59.1 100.0 
 
Table 5 shows that less than half the programs (9 of 22, 40.9%) strongly emphasize both 
fostering citizen influence in decision-making and educating citizens.  Like the previous 
contingency analyses, 15 out of 22 (68.2%) programs strongly emphasized education, while a 
slightly smaller amount, 13 out of 22 (59.1%) strongly emphasized fostering citizen influence in 
decision-making.  The interpretation of these findings is rather speculative, but it appears that 
programs, or program staff, are more likely to promote the outcomes of achieving buy-in, finding 
out about citizen preferences and values, than they are to promote increasing citizen influence.  
However, nearly 60% of the programs strongly emphasize fostering citizen influence, and 
therefore we cannot conclude that fostering citizen influence is not an important objective of 
these programs.     
 
Survey Results and Application to Hypothesis 5 
H5: A common objective of citizen involvement is to encourage behavior change by participants 
in traffic calming projects (e.g. residents who are concerned about speeding in their 
neighborhood make the decision to drive more slowly themselves).  
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 2g. Educating citizens about traffic 
calming and transportation planning, w ith 
the end goal of affecting positive 
behavior change by participating citizens
14%
36%
50%
not emphasized
at all
moderately
emphasized
strongly
emphasized
 
Figure 8 
Staffs’ responses confirm that the end goal 
of affecting positive behavior change by 
participating citizens is a common 
objective.  50% stated that encouraging 
behavior change was an objective that was 
strongly emphasized, and 36% said that it 
was moderately emphasized.  Only 14% 
stated it was not an objective.   
 
The survey results confirm that behavior change is an important objective and is 
considered by many local governments to be one approach to addressing traffic problems.  Based 
on the prevalence of this objective, additional research documenting specifically how staff 
attempts to affect individual choice and behavior and whether this is happening would be 
informative.  Contingency table analysis, shown in tables 12 and 13, was used to compare how 
staff responded to this question about encouraging behavior change and staffs’ responses to 
question 1d “encourage modal shift” and question 1e “encourage physical activity,” both are 
specific examples of behavior change. 
Table 12: Contingency Table Analysis of Staffs’ Responses to “Educating citizens, with the end goal of 
affecting positive behavior change” and “Encourage modal shift” 
   
Encourage modal shift (by 
citizens involved in the traffic 
calming process)   
   
not an 
objective secondary primary TOTAL 
not emphasized at all Count 2 1  0 3 
  % of Total 9.1 4.5  0 13.6 
moderately emphasized Count 3 3 2 8 
  % of Total 13.6 13.6 9.1 36.4 
strongly emphasized Count 3 5 3 11 
Educating citizens 
about traffic calming 
and transportation 
planning, with the 
end goal of affecting 
positive behavior 
change   % of Total 13.6 22.7 13.6 50.0 
 TOTAL Count 8 9 5 22 
  % of Total 36.4 40.9 22.7 100.0 
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 Staffs’ responses indicate that relationships between responses to these two questions are 
much less clear than those in the previous contingency tables analyses, and it is very difficult to 
draw definitive conclusions.  What we do know is that 19 out of 22 (86.4%) programs 
moderately or strongly emphasize education as a way to affect positive behavior change.  And 
when the same staff were asked if their traffic calming programs intended to encourage modal 
shift, 13 of 19 (68%) stated modal shift was a primary or secondary objective; alternately, 6 of 
19 (32%) stated that encouraging modal shift was not an objective.  It appears that the majority 
of these programs promote modal shift through their education efforts.  Furthermore, of the 11 
programs that strongly emphasize behavior change, 8 (73%) staff stated that encouraging modal 
shift was a secondary or primary objective.   
Table 13: Contingency Table Analysis of Staffs’ Responses to “Educating citizens, with the end goal of 
affecting positive behavior change” and “Encourage physical activity by improving the walking or bicycling 
environment” 
   
Encourage physical activity 
by improving the walking or 
bicycling environment  
   
not an 
objective secondary primary TOTAL 
not emphasized at all Count 1 2 0 3 
  % of Total 4.5 9.1 0.0 13.6 
moderately emphasized Count 2 5 1 8 
  % of Total 9.1 22.7 4.5 36.4 
strongly emphasized Count 2 6 3 11 
Educating citizens 
about traffic calming 
and transportation 
planning, with the end 
goal of affecting 
positive behavior 
change   % of Total 9.1 27.3 13.6 50.0 
  TOTAL Count 5 13 4 22 
  % of Total 22.7 59.1 18.2 100.0 
 
Similar to the previous analysis, the responses to the two questions in table 13 appear to 
be very loosely correlated.  What we do know is that 19 out of 22 (86.4%) programs moderately 
or strongly emphasize education as a way to affect positive behavior change.  And when the 
same staff were asked if their traffic calming programs intended to encourage modal shift, 15 of 
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19 (79%) stated increasing physical activity was a primary or secondary objective; alternately, 4 
of 19 (21%) stated that encouraging physical activity was not an objective.  It appears that the 
majority of these programs promote physical activity through their education efforts.  
Furthermore, of the 11 programs that strongly emphasize behavior change, 9 (82%) staff stated 
that encouraging physical activity was a secondary or primary objective.  When compared to the 
previous contingency analysis, the results indicate that the programs are more likely to promote 
increased physical activity than modal shift, but both appear to be promoted as a secondary or 
primary objective.   
 
Survey Results and Application to Hypothesis 6 
H6: When citizens become involved in traffic calming, they not only participate in developing 
solutions to specific traffic problems, they also impact the amount of political support for and the 
amount of money allocated to the programs.   
 
3b. Political support for the traffic calming 
program
10%
14%
76%
weak impact
moderate impact
strong impact
 
Figure 9 
   
 
 
 
 
 
 
 - 41 - Staffs’ responses confirm that citizen 
participation has a significant impact on 
political support for the program.  Only 
10% believed otherwise, while 76% said 
they had a strong impact and an additional 
14% noted a moderate impact.   
 Figure 10 
3d. The budget available to the program (i.e. 
how much money the local government 
allocates to the program)
18%
32%
50%
weak impact
moderate impact
strong impact
 
 
 
 Past researchers have concluded that citizens 
of traffic calming projects, but citizen influence has t
project basis, and not in terms of impact on political s
calming program.  There is a need to further explore 
citizens typically generate political support or opposi
more likely to advocate that program budgets be incr
questions will improve the body of knowledge on the
calming and help us to understand whether traffic cal
as I hypothesized earlier, and perhaps what kinds of i
transportation infrastructure in the future.  For examp
programs’ scope and impact has increased in recent y
WA, Seattle, WA, and Portland, OR, is that traffic ca
only on local residential streets but also on collector 
traffic calming program to include neighborhood coll
residential (Atkins and Wilson, 1998).    
 - 42 - Staffs’ responses confirm that citizen 
participation has a significant impact on the
budget available to the program.  Only 
18% believed otherwise, while 50% said 
they had a strong impact and an additional 
32% noted a moderated impact.   have a large impact on the success or failure 
ypically been discussed on a project-by-
upport and budget available to the traffic 
this question and to determine whether 
tion to these programs, and whether they are 
eased or decreased.  Answers to these two 
 impacts of citizen involvement in traffic 
ming programs are becoming more popular, 
mpacts these programs may have on our 
le, one way in which traffic calming 
ears in several cities, including Bellevue, 
lming projects are being implemented not 
streets.  In 1993, Portland expanded its 
ectors that were at least 75 percent 
Survey Results and Application to Hypothesis 7 
H7: Initiation of projects by citizens is a more significant determinant of project success than is 
initiation by local government. 
 
 Figure 11 
 
11a. The city, rather than citizens, initiated 
the action to address the traffic 
problems/issues
36%
41%
23%
little or no impact
moderate impact
strong impact
 
 Figure 12 
 
11b. Citizens, rather than the city, initiated 
the action to address the traffic 
problems/issues
23%
5%
72%
little or no impact
moderate impact
strong impact
 
 
 
11c. Citizens are actively involved 
throughout the traffic calming process, from 
problem identification all the way to the 
evaluation of the effectiveness of traffic 
calming measure(s)
9%
18%
73%
little or no impact
moderate impact
strong impact
 
Figure 13 
 
 These survey results clearly contradict the fin
(1999), stated previously, that “proactive” or governm
 - 43 - Staffs’ responses confirm that citizen 
initiation of traffic calming projects has a 
significant impact on project success.  72% 
of staff believed that citizen initiation had a
strong impact, while only 23% believed it 
had little or no impact.  More importantly, 
roughly three times as many staff felt 
citizen initiation had a strong impact on 
success than staff that felt city initiation 
had a strong impact.    Staffs’ responses confirm that city 
initiation of traffic calming projects has an 
impact on project success, though only 
23% believed city initiation had a strong 
impact and 36% believed city initiation had
little or no impact.     Although not directly related to the 
hypothesis, staffs’ responses to this 
question further document the importance 
of citizen involvement to the success of 
individual projects.  73% believed citizen 
involvement throughout the traffic calming 
process had a strong impact on project 
success, while only 9% said it had little or 
no impact.   
ding reported in State of the Practice 
ent initiated projects were more likely to 
be successful than “reactive” or citizen initiated projects.  These findings should prompt future 
research that further tests this hypothesis.  And while the 22 traffic calming programs surveyed 
most likely represent a mixture of approaches, i.e. some rely more on citizens to initiate and 
others rely more on government, all of the programs have specific provisions for citizen 
involvement throughout the planning process.  The “success rates” I have reported for these 22 
programs may serve as baseline statistics for future comparisons to the success rates of programs 
with little or no provisions for citizen involvement.    
 
 
 
 
 
 - 44 - 
SUMMARY OF FINDINGS 
 Staff’s responses indicate that education and behavior based solutions are important 
aspects of neighborhood traffic calming problems, that citizens play an important role in 
determining whether individual projects succeed or fail, and that citizens influence overall levels 
of political support for traffic calming programs.   
For a majority of the local governments, the following objectives are stated in writing 
(“primary goals”) in their traffic calming program material, including: 
• Increase pedestrian and bicycle levels of service, 
• Educate citizens about traffic calming and transportation planning, 
• Educating citizens about traffic calming and transportation planning, with the end 
goal of affecting positive behavior change by participating citizens. 
All of the local governments had the following objectives, either stated in writing 
(“primary goals”) or unstated (“secondary goals”): 
• Encourage modal shift (by citizens involved in the traffic calming process) - the 
substitution of automobile trips with walking, bicycling, or transit trips, 
• Encourage physical activity by improving the walking or bicycling environment. 
In addition, local governments’ education efforts are most likely to have the end goal of 
achieving buy-in and consensus on problems and solutions.  Finding out about citizens’ 
preferences and values are slightly less likely to be a goal of education efforts, and fostering 
citizen influence in decision-making appears to be the least associated13 with education efforts of 
the three; however, fostering citizen influence remains an important objective of the surveyed 
local governments. 
                                                 
13 The statement “appears to be the least associated” is used because none of the contingency table analyses 
indicated a statistically significant relationship between responses to different survey responses, which may be a 
result of the relatively small sample size of this study.   
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Of the two objectives of behavior change addressed in the survey, increased physical 
activity and modal shift, increased physical activity appeared to be the more closely associated 
with staffs’ responses to “educate citizens with the end goal of affecting positive behavior 
change.”  In addition, a larger percentage of staff responded that increasing physical activity was 
a primary or secondary objective, though, a slightly larger percentage stated that encouraging 
modal shift was a primary objective.  Walking and bicycling may be more common objectives, 
but encouraging modal shift is slightly more likely to be stated in writing, which may indicate 
that two subgroups of programs exist, one that explicitly intends to encourage modal shift (which 
includes walking and bicycling) and the other that is focused primarily on encouraging walking 
and bicycling and is not as focused on achieving specific transportation outcomes.   
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CONCLUSIONS 
Much of the previous research on traffic calming has focused on how to best develop 
engineered solutions to traffic problems.  Within this context, the importance of citizen 
involvement has been described in the terms of “if you do not have good opportunities for citizen 
involvement, your projects will suffer.”  The results of this study indicate that a number of local 
governments that have well developed programs for citizen involvement are attempting to 
develop “education solutions” to traffic problems, in addition to engineered solutions.  In reality, 
it is not vehicles that speed or drive recklessly, it is the people, and it is also the people that either 
accept or reject installed traffic calming measures.  It is for these reasons that education and 
behavior change are so critical to successfully implementing traffic calming programs.  While 
this study did not measure the effectiveness of specific traffic calming devices, it did measure the 
effectiveness of traffic calming programs at installing traffic calming measures and having them 
accepted by citizens.  The 22 cities and counties surveyed had roughly a 99% success rate in 
terms of installing measures and not having to substantially redesign or remove the measures.      
Staffs’ responses indicate that both initiation of traffic calming projects by citizens and 
continued citizen involvement throughout the traffic calming process have a strong impact on 
project success.  Staffs’ responses also indicate that the process of traffic calming is as important 
as the physical outcomes of the process.  It is during the planning process that participants, both 
local government staff and citizens, are educated on complex problems and develop appropriate 
solutions; it is also during the planning process that citizens realize that their driving behavior is 
part of the neighborhood traffic problem.  An outcome of this process is that citizens will realize 
that if they want a better neighborhood environment, two things must occur: First, physical 
changes to the roadway may be necessary, such as the installation of sidewalks, crosswalks, 
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bicycle lanes, and lighting and landscaping; Second, citizens must decide that they want to spend 
more time outside, being active in their neighborhood: walking and bicycling or just relaxing and 
talking with friends and neighbors.  These two changes in environment and behavior are 
typically the domains of planning and public health.  Planners are responsible for making 
changes to improve the physical environment, while public health professionals are charged with 
education, communication, and helping people to make healthy lifestyle and behavior choices.  It 
appears that many of the local governments surveyed are trying to accomplish both goals with 
their traffic calming programs.   
Perhaps most important, this survey indicates that traffic calming programs that involve 
citizens throughout the planning process have been very successful in recent years.  The 99% 
success rate is much higher than expected.  For example, I spoke recently with a manager of a 
traffic calming program on the west coast, and he said that a high level staff person in his city’s 
fire department had been trying to convince him that traffic calming projects have not worked in 
other cities, and the example he provided of a failed program was another west coast city that 
participated in this survey.  Based on the data I had received, I was able to tell the manager that 
this claim was not correct, at least for the past several years since the city in question had 
adopted a formal traffic calming program.     
The above scenario raises the important question: are local governments that have 
adopted formal traffic calming programs more successful at traffic calming than local 
governments that have not adopted programs and do not have specific opportunities for citizen 
involvement?  This question could have been investigated if I had been able to identify previous 
research that estimated the success rates for traffic calming projects by local governments 
without programs, but such data does not exist.  However, based on the increasing popularity of 
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traffic calming programs, staffs’ perceptions about the value of citizen involvement, and the 
conclusions of past researchers that citizen involvement is necessary to the success of traffic 
calming projects, it appears that citizen involvement plays an important role in the success of 
traffic calming programs.      
Implications for Pedestrian and Bicycle Planning 
While the focus of this study has been on citizen involvement in traffic calming, the 
results are relevant to pedestrian and bicycle planning.  Both types of planning often overlap: 
both involve planning at a small scale, typically the neighborhood, and many of the same 
participation processes and engineered measures are used.  In addition, direct involvement by 
citizens in pedestrian and bicycle planning is important because the techniques for documenting 
and predicting supply and demand for these modes are not as well developed as for automobile 
travel and transit, and they are almost exclusively local modes of transportation, and, therefore, 
infrastructure needs vary according to local land use mixes, the presence of activity centers, and 
neighborhood demographics.   
The Education of Transportation Professionals 
Because the federal government has increased its requirements for citizen involvement in 
transportation planning that involves the use of federal transportation funds, there is an 
increasing need for transportation professionals to be educated in the theories and practice of 
community design and citizen involvement.  The more effective pedestrian and bicycle planners 
become at engaging citizens in the planning process, the more opportunities there will be to use 
federal monies on pedestrian and bicycle infrastructure, subject to local, regional, and state 
governments’ support for the development of alternative modes of travel.   
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Requirements for citizen involvement in transportation planning increased during the 
1990’s with the adoption by Congress of the Intermodal Surface Transportation Efficiency Act 
(ISTEA) (1991) and the Transportation Equity Act of the Twenty-First Century (TEA-21) 
(1998).  Both acts require state, regional, and local governments to involve citizens in the 
identification and selection of transportation projects, including pedestrian and bicycle projects, 
in order to be eligible to receive federal transportation funding.   
Speaking in support of the passage of the ISTEA, Khisty and Leleur (1997) state, “the 
record of public involvement in the transportation planning process in the United States has been 
uneven and, at times, disappointing…it is therefore a matter of some satisfaction that the ISTEA 
recognizes that public involvement and input is essential to planners in transportation plan-
making” (Khisty and Leleur, 1999, p. 119).  However, Khisty and Leleur raise the concern that 
“little guidance is available to planners as to how participatory democracy could possibly be 
enhanced and improved in the existing transportation planning process.  As matters stand today, 
the predominant use of technical rationality in the planning process, to the exclusion of 
communicative action, has probably been the biggest problem” (Khisty and Leleur, 1999, p. 
119).  Khisty and Leleur argue that the education of transportation planners invariably ignores 
the importance of understanding citizens’ emancipatory interest (freeing themselves from 
perceived dominance by bureaucratic planners) and does not prepare planners to communicate 
effectively with citizens because they (planners) either “lack the knowledge, skills, and attitudes 
conducive to building support for public involvement;” do not have the necessary expertise to 
deal with political issues; tend to “look down on the average citizen;” or they have not learned 
key skills such as negotiating or how to influence citizens groups (Khisty and Leleur, 1999, p. 2).   
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Khisty and Leleur do not propose that the technical rational approach be abandoned; 
rather, they recommend that forms of decision-making that involve the public should be used in 
conjunction with technical analysis.  Community design, communicative action, and 
participatory action research (PAR) are three frameworks that emphasize learning throughout the 
research and decision-making process, by all participants.  According to Sanoff (2000), the PAR 
model “reflects the view that people who use the environment, who are traditional subjects of 
research, should be active participants in the research and equally active participants in changing 
the environment. . .Users are then involved in evaluating research results and, subsequently, in 
developing recommendations about how to address problems that have been identified” (Sanoff, 
2000, p. 64).   
It appears that more and more local governments are attempting to balance the needs of 
the neighborhood with the region, the needs of the pedestrian and bicyclist with the motorist, the 
needs of the urban resident with the suburban commuter.  However, traditional methods of 
transportation planning that leave the analysis and decision-making to planners, engineers, and 
politicians are not likely to succeed.  This paper has focused on citizen involvement and 
education as complementary techniques and processes to develop solutions to these complex 
problems.  Success will depend on the ability of planners and engineers to accurately document 
problems, determine desired future states (for the built and natural environment), and build 
consensus among affected stakeholders, who ultimately decide whether a project or program 
succeeds or fails.  The use of well organized citizen involvement processes will be critical to 
achieving success, and education and behavior change may become as important as engineering 
to the development of solutions.     
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APPENDIX 1: Survey Questionnaire 
INSTRUCTIONS______________________________________________________ 
• Select your answer by placing a check mark (√) in the appropriate box   
• Please make heavy and clear check marks and comments so that comp ted surveys can be returned 
by fax (faxing instructions on page 5) 
• Complete all 5 pages of the survey and provide a respondent/contact na
 
PROGRAM OBJECTIVES_____________________________
 
1. Which of the following are primary objectives (typically stated in writing, i.e
guidelines/manual) OR secondary objectives (NOT stated in writing) of your tr
a. Slow vehicle speeds or reduce volumes on local roads 
 
Primary     Secondary  
b. Involve residents in the planning and decision-making process (at any 
 
Primary     Secondary  
c. Increase pedestrian and bicycle levels of service (to increase ped/bike c
motorist behavior) 
 
Primary     Secondary  
d. Encourage modal shift (by citizens involved in the traffic calming proc
automobile trips with walking, bicycling, or transit trips  
 
Primary     Secondary  
e. Encourage physical activity by improving the walking or bicycling env
 
Primary     Secondary 
f. Encourage redevelopment/revitalization efforts in specific neighborho
 
Primary     Secondary 
g. Reduce the number of injuries or deaths from automobile – automobil
– pedestrian/bicycle accidents 
 
Primary     Secondary 
h. Reduce crime in residential neighborhoods by altering automobile acc
patterns (i.e. reduce crime through environmental design strategies) 
 
Primary     Secondary 
i. Other, please describe: 
____________________________________________________________
 
____________________________________________________________
 
____________________________________________________________
 
j. Any comments/clarification you wish to provide on answers a-h (please
commenting: 
____________________________________________________________
 
____________________________________________________________
 
__________________________________________________
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me on page 5 
__________________ 
. stated in your program’s 
affic calming program? or all stages) omfort and safety by affecting ess) – substitution of ironment ods or districts e accidents and/or automobile essibility and/or circulation __________________________ 
__________________________ 
__________________________ 
 indicate on which you are 
__________________________ 
__________________________ 
______________________ 
CITIZEN INVOLVEMENT_______________________________________________________ 
 
2. Regarding citizen involvement, what are your objectives for citizen involvement in the traffic calming 
process? 
a. Complying with federal and/or state public participation requirements 
    
Not emphasized at all  Moderately emphasized  Strongly emphasized 
b. 
  
 
c. 
  
d. 
  
 
e. 
  
f. 
  
 
g. 
  
 
3. How wou
a. 
 
b. 
 
 
c. 
 
 
d. 
 
 
e. 
 
 
f. 
 
 Tapping citizen knowledge and e
  
Not emphasized at all  
 
Fostering citizen influence in dec
  
Not emphasized at all  
  
Educating citizens about traffic 
  
Not emphasized at all  
Finding out about citizen prefer
  
Not emphasized at all  
 
Achieving citizen buy-in and ag
problems – thereby building sup
  
Not emphasized at all  
Educating citizens about traffi
affecting positive behavior chan
about speeding make the decisio
  
Not emphasized at all  
ld you rate citizens’ impact on th
 The locations studied and appro
Weak impact   
 
Political support for the traffic c
Weak impact   
The types and/or variety of traff
Weak impact   
The budget available to the prog
Weak impact   
The success of individual proje
succeeds (i.e. popular and/or effe
Weak impact   
The failures of individual projec
(i.e. popular and effective traffic
Weak impact   
 xperience 
Moderately emphasized  
ision making 
Moderately emphasized  
calming and transportation plann
Moderately emphasized  
ences and values 
Moderately emphasized  
reement on problems/issues and 
port for traffic calming projects  
Moderately emphasized  
c calming and transportation p
ge by participating citizens (e.g
n to drive more slowly themselves
Moderately emphasized  
e following aspects of your city’s t
ved for traffic calming measures 
Moderate impact   
alming program 
Moderate impact   
ic calming measures used 
Moderate impact   
ram (i.e. how much money the cit
Moderate impact   
cts – how much impact do citize
ctive traffic calming projects)? 
Moderate impact   
ts – how much impact do citizens 
 calming projects) 
Moderate impact   
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Strongly emphasized 
ing  
Strongly emphasized 
Strongly emphasized 
the measures to address those 
Strongly emphasized 
lanning, with the end goal of 
. residents who are concerned 
) 
Strongly emphasized 
raffic calming program? 
Strong impact Strong impact Strong impact y allocates to the program) 
Strong impact ns have on whether a project 
Strong impact have on whether a project fails 
Strong impact 
4. In which of the following general areas of traffic calming have citizens played a role?  
a. Identification of traffic safety problems and issues 
 
No role    Small role         Medium to large role 
 
b. Collection of data as part of a traffic calming study (e.g. collecting data on automobile speeds 
through the use of a radar gun) 
 
No role    Small role         Medium to large role 
 
 
c. Development of alternative measures (scenarios) to address the problem or issue 
 
No role    Small role         Medium to large role 
 
d. Development of a recommended traffic calming measure(s) to address the problem or issue 
 
No role    Small role         Medium to large role 
 
e. Financing of the selected measure(s) (i.e. citizens pay a portion of the costs of the improvements) 
 
No role    Small role         Medium to large role 
 
f. Selection of the measure(s) to be installed 
 
No role 
 
Small role – please describe ___________________________________________________ 
 
Medium to large role – please describe __________________________________________ 
 
g. Evaluation of the effectiveness of the measure(s) 
 
No role 
 
Small role – Please describe ___________________________________________________ 
 
Medium to large role – Please describe __________________________________________ 
 
h. Maintenance of the measure(s) (e.g. citizens are responsible for the upkeep of landscaping) 
 
No role    Small role         Medium to large role 
 
PROGRAM DESIGN_________________________________________________________________ 
 
5.   What research methods have you used in the design (or redesign) of your program?  
a. Conducted surveys, interviews or case studies of neighboring cities’ programs 
  
 YES - approximately how many cities? ____________________  NO  
b. 
c. 
 
TRAFFIC
 
6.   Which d
  
Referred to past research and reports on traffic calming programs 
  
 YES - which reports? ___________________________________  
 
Consulted with specific cities that have well known programs 
  
 YES - which cities? _____________________________________  
 CALMING PROGRAM ADMINISTRATION______________
epartment has the lead role in administering the program?     Name(s): ___
- 56 - NO NO _____________ 
___________________  
 
7.   Do other departments play a role in the administration of the program?     Name(s): __________________ 
 
8.   How many staff are assigned to the program full-time (30 + hours per week)? ________________________ 
 
9.   How many staff are assigned to the program either part-time or “as needed?” _______________________ 
 
10.  Where is the city’s traffic calming program available?  
              
Specified (approved) neighborhoods or areas  Throughout the city 
 
PROGRAM EFFECTIVENESS – SUCCESSES AND CHALLENGES__________________ 
 
11.  What impact do you believe the following have on the likelihood of project success (success defined as 
“meeting some or all of its objectives and DOES NOT have to be removed or substantially redesigned”)? 
a.    The city, rather than citizens, initiated the action to address the traffic problem/issue 
 
Little or no impact  Moderate impact   Strong impact 
 
b.    Citizens, rather than the city, initiated the a
 
Little or no impact  
 
c. Citizens are actively involved throughou
way to the evaluation of the effectiveness
 
Little or no impact  
 
12. From your department’s perspective, whi
project to be deemed a success (success defin
 
a. The traffic calming measure(s) a
   
Not essential   
   
b. Citizens living adjacent (next to)
   
Not essential   
  
c. Citizens living outside the neighb
support it (e.g. a motorists that r
   
Not essential   
  
BACKGROUND INFORMATION ON
 
13.  In what year did your city adopt a forma
  
14.  Since adoption, what have been the bigg
implementing the traffic calming program? 
 
Problem:     
 
______________________________________
 
______________________________________
 
______________________________________
 
 ction to address the traffic problem/i
Moderate impact   
t the traffic calming process, from
 of the traffic calming measure(s) 
Moderate impact   
ch of the following must occur for
ed in question #11)?  
ccomplishes its goal to reduce spe
Moderately essential  
 to the traffic calming measure(s) 
Moderately essential  
orhood where the traffic calming
egularly drives through the neigh
Moderately essential  
 YOUR CITY’S TRAFFIC C
l traffic calming program?     Y
est problems/issues that your de
 How Was the Proble
_______ _________________
_______ _________________
_______ _________________
- 57 - ssue 
Strong impact 
 problem identification all the 
Strong impact 
 a completed traffic calming 
ed or reduce volume 
Essential support it 
Essential  measure(s) is installed 
borhood) 
Essential ALMING PROGRAM___ 
ear: ___________  
partment has confronted while 
m/Issue Addressed? 
__________________________ 
__________________________ 
__________________________ 
15. Are there other details (or insights learned) about your city’s traffic calming program you wish to share? 
_____________________________________________________________________________________________ 
 
_____________________________________________________________________________________________ 
 
_____________________________________________________________________________________________ 
 
QUANTITATIVE DATA ________________________________________________ 
 
16. How many of the following traffic calming measures have you installed during the past 5 years (or 
shorter, if you have only recently adopted a formal traffic calming program)? 
 
Traffic Calming Measure Number 
installed? 
Number removed or 
substantially 
redesigned? 
What years does 
the data cover?  
(i.e. 1997-2001) 
Speed hump/speed bump 
 
   
Mini-circle 
 
   
Stop sign or signal (specifically to 
address traffic calming problem/issue) 
   
Choker (abrupt narrowing of a 
roadway for a short distance) 
   
Speed table (wide, flat top speed hump 
with crosswalk across top) 
   
Raised crosswalk (at intersection or 
midblock) 
   
 
SURVEY RETURN INSTRUCTIONS: BY FAX OR PHONE______________________________ 
 
City (or County) and Department Name: _____________________________ Phone Number: _________ 
Respondent/Contact Person Name: ______________________ Position/Title: _____________________ 
Thank you for taking the time to complete this survey.  Your responses will be kept confidential.  Your 
name, position/title, and city name will appear on a summary list of contact people/respondents, but will 
not be attributed to specific comments or responses.  If you have questions about the survey, please 
contact me at (919) 302-0390, or by e-mail at armartin@email.unc.edu. 
 
You have two options for returning your completed survey: 
1) By FAX (preferable) 
Fax your completed survey to:  
Andrew Martin, University of North Carolina Highway Safety Research Center 
FAX NUMBER (919) 962-8710 
2) Over the Phone/Phone Interview 
For this option, please familiarize yourself with the survey, or complete the survey, ahead of time, 
and I will call you to collect the information. 
 
Andrew Martin 
Master’s of Regional Planning (MRP) Candidate 2002 
University of North Carolina – Chapel Hill, Department of City and Regional Planning 
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APPENDIX 2: Participating Cities by Region and Size 
City or County Region Population Staff Contact  
Albuquerque, NM Southwest 448,607 Ron Hassett 
Arlington County, VA Northeast 189,453 Susan Finotti 
Asheville, NC  Southeast 68,889 Michael Moule 
Bellevue, WA  Northwest 109,569 Karen Gonzalez 
Berkeley, CA  
 
West 102,743 Chuck Deleuw 
Bowling Green, KY  
 
Midwest 49,296 Melissa Cansler 
Brookline, MA  
 
Northeast 57,107 David Friend 
Charlotte, NC  
 
Northeast 540,828 Mike Eads 
Dayton, OH  
 
Midwest 166,179 Tom Woeste 
Eugene, OR  
 
Northeast 137,893 Nathan Duke 
Fort Wayne  Midwest 205,727 Richard Bacon 
Gainesville, FL  
 
Southeast 95,447 Brian Kanely 
Gwinnett County, GA  
 
Southeast 588,448 Ed Sullivan 
Hickory, NC  
 
Southeast 37,222 Chuck Wiles 
Howard County, MD  
 
Northeast 247,842 Buck Bohmer 
Madison, WI  Midwest 208,054 Mark Winter 
Montgomery County, MD  Northeast 873,341 Tracy Wroe 
Sacramento, CA  West 407,018 Karen Shipley 
San Diego, CA  West 1,223,400 Allen Holden 
Sarasota, FL  
 
Southeast 52,715 Natalie Rush 
Tempe, AZ Southwest 158,625 
 
Larry Shobe 
West Palm Beach, FL  
 
Southeast 82,103 Tim Stillings 
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Appendix 3: Example, Traffic Calming Program Process, Arlington County, VA 
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Appendix 4: Cites and Counties Reported to Have Traffic Calming Programs14 
Ada County, ID 
Albuquerque, NM  
Arlington County, VA 
Asheville, NC  
Austin, TX 
Beaverton, OR 
Bellevue, WA  
Berkeley, CA  
Boca Raton, FL 
Boulder, CO 
Bowling Green, KY  
Bozeman, MT (program now being developed) 
Brentwood, TN 
Broward County, FL 
Brookline, MA  
Cambridge, MA 
Campbell, CA  
Charlotte, NC  
Chicago, IL 
Collier County, FL 
Concord, CA 
Dallas, TX 
Dayton, OH  
Eugene, OR  
Fort Collins, CO 
Ft. Lauderdale, FL 
Fort Wayne  
Fort Worth, TX 
Fresno, CA 
Gainesville, FL  
Greensboro, NC 
Gwinnett Co., GA  
Hickory, NC  
Houston, TX 
Howard County, MD  
Lee County, FL 
Long Beach, CA 
 
 
Madison, WI  
Minneapolis, MN 
Montgomery County, MD  
Morganton, NC  
Mountain View, CA 
Naples, FL 
Nashville, TN  
New York City, NY 
North Little Rock, AR 
Oakland, CA 
Omaha, NE 
Orlando, FL 
Palo Alto, CA 
Pasadena, CA 
Phoenix, AZ 
Plano, TX 
Portland, OR 
Prince William County, VA 
Raleigh, NC 
Reno, NV 
San Antonio, TX 
Sacramento, CA  
San Diego, CA  
San Jose, CA 
San Luis Obispo, CA 
Santa Clara, CA 
Santa Cruz, CA 
Santa Monica, CA 
Sarasota, FL  
Seattle, WA 
Seminole County, FL 
Tallahassee, FL 
Tampa, FL 
Tempe, AZ  
Tucson, AZ 
West Palm Beach, FL 
Winston Salem, NC 
Yakima, WA 
  
                                                 
14 This list is a combination of several sources: State of the Art, Residential Traffic Management(1980), A Survey of 
Traffic Calming Practices in the United States(1998), Traffic Calming: State of the Practice(1999), and responses 
from participants in this survey. 
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